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This paper describes a 3D finite element (FE) model developed to understand the
dynamic response of a ballasted track in which the underlying capping layer is reinforced
using recycled rubber tires. Track deflection, the lateral spreading of ballast and vertical
stress transmitted from the capping layer to the subgrade are discussed by considering
the effect of reinforcement provided by these infilled tires. In this respect, the capping
layer is confined and has improved damping properties. The cellular structure of the
rubber tire assembly can radially confine the infilled materials, and thus reduce excessive
lateral spreading and vertical displacement that would otherwise occur in a conventional
track. At the same time the tire and gravel composite layer acts like a stiff but flexible
“mattress” that controls the stress transmitted to the underlying subgrade while making
it more uniform. Typical soft and stiff subgrade materials were used to investigate the
dynamic response of track, and the stress paths of subgrade at different depths have
been studied. It is noted that the effect of the tire assembly on the stress distribution within
the subgrade decreases with depth, and the tire-reinforced track deflects less than its
unreinforced counterpart at any given train speed.
Keywords: track dynamics, finite-element modeling, vibration, reinforced soils, capping layer, scrap tire
INTRODUCTION
The need for long-term performance of rail infrastructure has been increasingly higher in the
past decades as rail tracks systems supporting the transport network are expected to withstand
higher speeds and larger loads. Heavier and faster trains could exert higher dynamic wheel loads
on track, and therefore a soft subgrade may experience higher repeated stresses which may lead
to excessive deformation and progressive shear failure. Moreover, under larger dynamic loads
(e.g., rail freight traffic), an existing track may degrade further and faster due to excessive track
deformation and the lateral displacement of ballast requiring more frequent maintenance. Geocells
offer a plastic cellular confinement systemwith a honeycomb-like structure that can be filled with an
appropriate granular material, and has been successfully used in ground improvement applications
including transport infrastructure (Leshchinsky and Ling, 2012, 2013; Indraratna et al., 2015).
During loading, additional confinement is provided by the geocells as they mitigate the granular
mass of subballast from spreading laterally, increase the rigidity of the infill, and improve the load-
carrying capacity (Zhang et al., 2010; Leshchinsky and Ling, 2012; Sitharam and Hegde, 2013),
and thereby improving the overall track performance. Similarly to geocells, scrap tires can provide
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additional cellular confinement to the infill materials and also
improve the strength and stiffness of a railway track. Indraratna
et al. (2017) proposed a rubber tire based capping layer for
railway track where one sidewall is removed and the tire is then
filled with gravel; a geotextile can be placed between the rubber
tire and the ground as a separator. Plate load tests (Indraratna
et al., 2017) and prototype process simulation carried out by
Indraratna et al. (2018) revealed that a tire cell has three primary
engineering benefits: (i) the confinement provided by the cellular
assembly can increase the stiffness of the contained aggregate,
which then reduces lateral spreading and vertical deformation
within the capping and ballast layers; (ii) the tires and gravel
composites allow a reduced and more uniform stress distribution
to the subgrade; and (iii) tire cells can enhance the damping
properties of the system, and thus its ability to attenuate dynamic
forces imposed by rail traffic. However, since the dimensions
are limited by the size of the experimental facility (i.e., 800
× 600 × 600mm), a light vehicle tire having a diameter of
560mm was tested. In reality, heavy vehicle tires with a diameter
of about 1m are preferred because they have much larger
stiffness compared with car tires. The tire-reinforcement is very
similar to geocell reinforcement. The benefits of geotextile and
geogrid reinforcement are: (i) geotextile reinforcement restricts
the lateral deformation of the soil; (ii) strength improvement of
the reinforced soil is attributed to openings in the geogrid that
causes interlocking; and (iii) reinforcement effect in undrained
condition is an increase in cohesion and the effect in drained
condition is an increase in internal friction.
Theoretical and numerical models have been developed by
numerous studies to better understand the amplitude of vibration
of the track-ground system during train passage. The approaches
adopted including: (i) analytical models (Kenney, 1954; Krylov,
1995; Sheng et al., 1999; Kaynia et al., 2000; Madshus and
Kaynia, 2000; Kargarnovin and Younesian, 2004; Kargarnovin
et al., 2005; Picoux and Le Houedec, 2005; Takemiya and Bian,
2005; Karlstrom and Bostrom, 2006); (ii) numerical models
based on the finite element (FE) and boundary element (BE)
methods (Hall, 2003; Sheng et al., 2003, 2005; Yang et al.,
2003; Kouroussis et al., 2009; Lombaert and Degrande, 2009;
Costa et al., 2010, 2012; Ju et al., 2010; El Kacimi et al., 2013;
Shih et al., 2016, 2017). In design of railway embankments,
simplified theoretical and empirical methods are typically used
by assuming a homogeneous half-space for all the track layers,
without considering the individual layer properties (e.g., Okabe,
1961; Heath et al., 1972; AREA, 1996). Multilayer track models,
such as ILLITRACK (Robnett et al., 1975), GEOTRACK (Chang
et al., 1980), and KENTRACK (Huang et al., 1986) were
developed to analyze stresses in the track and subgrade. These
models were based on the assumption that substructure materials
are purely elastic and this will lead to inaccurate prediction.
Recently, a finite element 3D model has been developed to
investigate the load transfer mechanism between tires and infill
gravels under static loading (Indraratna et al., 2017). It was
reported that the confining effect causes the tire and gravel
infill composite to act as a stiff but flexible “mattress” that
can effectively reduce the amplitude of stresses transmitted to
the subgrade.
In this paper, a 3D FE dynamic model is developed to
simulate both the track super and substructure and rail traffic
subjected to moving point loads that apply onto the beam
elements representing the rail system. A realistic scenario to
validate the 3D FE model is the well-documented case study of
ground vibrations generated by X2000 trains at the Ledsgard
site in Sweden (Hall, 2003). Then, for simplicity and ease of
simulation, another track with a simpler substructure is adopted,
and a typical three-wagon Australian freight train is simulated
accordingly. The effect of tires on infilled gravels is simulated
by changing material properties of capping, namely, Young’s
modulus (Ec), apparent drained cohesion (Cc), and damping ratio
(ξ ). The friction angle of the granular mass was kept constant.
MODELING THE MOVING VEHICLE
PROBLEM
To model the dynamic response induced by a moving train,
separate models may be used to represent the vehicle and the
track/ground system; elements with rigid bodies can be used for
vehicle components, such as car bodies, bogies, and wheelsets,
while the primary and secondary suspensions can be modeled by
the springs and dampers that connect to the rigid bodies. With
a moving vehicle problem, the loads depend on the dynamic
response of the vehicle and the track system, so a user-defined
subroutine is often used to combine both programs despite
having significant impact on the computational time. However,
two other approaches can be adopted in ABAQUS to integrate
both systems one is by using the large (finite) sliding contact
model in ABAQUS (Hibbitt, Karlsson & Sorensen, Inc., 2014)
to connect the vehicle and track/ground system, and the other
is calculating the moving load by specifying the nodal forces
that correspond to the moving load as a function of time
history. While the latter approach omits the vehicle dynamics,
it can greatly reduce the associated computational time and thus
adopted in this study as shown in Figure 1A.
In this approach, the rail is essentially built up from nodes
and beam elements. In this paper the nodes representing the rail
are referred to as loading nodes, and every fifth loading node is
connected to the elements forming the sleepers (ties) by spring
elements as shown in Figure 1A. Since the spacing between the
sleepers is 0.6m, the spacing between the loading nodes is 0.12m.
Point loads are applied at the loading nodes and for a given speed
(V), the loads can be thought of as triangular pulses distributed
between three nodes, that can be moved from node to node by a
time step (1t) given by1t=1x/V, where1x is the node spacing
as shown in Figure 1A.
This loading model is similar to the procedure described
earlier by Hall (2003). It should be noted that the “rail” is only
connected to the rest of the finite element model by the loading
nodes in the “sleepers.” The load on the “rail” is therefore only
transferred to the rest of the model through the “sleepers.” This
is very similar to reality. It is acknowledged that numerical
models have been developed where no beam elements were used.
Load distributions was calculated for application to the sleepers
(e.g., Feng et al., 2019). Comparison for a one-point load was
Frontiers in Built Environment | www.frontiersin.org 2 February 2020 | Volume 6 | Article 6
Sun et al. Dynamic Response of Tire-Reinforced Track
FIGURE 1 | (A) Description of the loading model used in the Finite Element
Model; (B) moving oscillator with a simply support beam; and (C) vertical
displacement at the midpoint of the beam using different loading procedures.
made between two load models and it was indicated that the
two loading models gave approximately the same results (Hall,
2003). This approach has been tested on a simple moving vehicle-
bridge interaction problem (Figure 1B). The large (finite) sliding
contact model that simulates the moving oscillator in ABAQUS
(Hibbitt, Karlsson & Sorensen, Inc., 2014) is also adopted for
comparison. The material parameters for the beam are: Young’s
modulus E = 2.87 GPa, Poisson’s ratio ν = 0.2, second moment
of area I = 2.94 m4, mass per unit length ρA = 2,303 kg/m.
The suspension stiffness (kv) is 1,595 kN/m, and the mass (Mv)
is 5,750 kg. The vehicle speed (V) is 100 km/h and the length of
the beam L= 25 m.
The dynamic response of the moving load and moving
oscillator problems obtained using ABAQUS is compared to
the numerical solution obtained by Yang and Yau (1997) in
Figure 1C. The displacements obtained for the beam agree with
the analytical result, and the difference in the beam response
introduced by the dynamics of the spring mass is insignificant
compared to the result for a moving load. Hence, in this study
the moving load procedure has been considered.
CASE STUDY-3D FE MODEL FOR
LEDSGARD TRACK
Having established a method for simulating a moving vehicle
in the FE model, a 3D model of the vehicle-track-ground
system has been developed using ABAQUS 6.14-2. To ensure
the modeling process can provide reliable outcomes, a case study
that is well-documented in the literature (Hall, 2003) has been
used to ascertain the reliability and accuracy of the model.
The FE mesh of the track and ground at the Ledsgard site is
shown in Figure 2A. This FE model makes use of symmetry
in the x-y plane and fixed boundaries are used. The 3D model
measures 104m long × 40m wide × 30m high and consists of
242,962 elements. The length of the model required to achieve
convergence depends on the load speed, so longer models are
needed if the load speed approaches or exceeds the critical speed.
In this instance the model is 104m long, which is sufficient for
convergence (Shih et al., 2016). If the model is wide enough there
is little benefit in using absorbing elements at the boundaries.
This is because a damping model with a large enough mass-
proportional term allows the energy to dissipate and avoids any
reflections interfering with the results (Shih et al., 2016). Hence,
30m deep by 40m wide FE mesh with Rayleigh damping model
is used in this study. The damping ratio in the Rayleigh damping
model is frequency dependent, so for the parameters adopted
in the damping model, a damping ratio of about 4% (Table 1)
in the frequency range of interest is obtained, as suggested by
Hall (2003).
The mesh of the embankment and ground are mainly
composed of hexahedral 8-noded elements (C3D8). The rail is
modeled with Timoshenko beam elements (B31) that include the
effects of shear deformation and rotational inertia. While both of
these effects are ignored in standard Euler-Bernoulli beam theory,
they are better suited to modeling thick or slender beams. The
beam is given the geometry and properties of regular railway
rails (UCI60), and to represent the rail pads, linear springs with
a vertical stiffness 4.8× 108 N/m connect the rail to each sleeper.
Discrete sleepers with a spacing of 0.6m are included; they have
a half-length of 1.25m, a height of 0.2m, a mass density of 2,400
kg/m3, a Young’s modulus of 3 × 1010 N/m2 and Poisson’s ratio
of 0.15. The ballast is embedded into the upper ground layer to a
depth of 0.3m. A 0.3m thick interface layer is laid underneath
the ballast. The smallest element is 0.25m near the track, but
it gradually increases in size with a stretch factor of 1.2 in the
horizontal direction outside the width of the track, and in the
vertical direction for the clay layer. The total number of degrees
of freedom in the model is 806,913. The soil properties for the
case study are available from various in-situ tests, such as seismic
core penetration testing, cross-hole tests, and spectral analysis of
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FIGURE 2 | (A) 3D FE track/ground model; (B) schematic diagram of modeled trains: the X2000 high speed train; and (C) idealized three-wagon Australia freight train.
surface waves (Hall, 2003; Costa et al., 2010). There are five soil
layers, namely the ballast, interface, dry crust, organic clay, and
clay. The material properties used for the various layers are listed
in Table 1 (Hall, 2003; Sayeed and Shahin, 2016). The results
for a set of moving axle loads are presented, but the surface
roughness excitation is omitted. The geometry of the high speed
train X2000, is reported in more detail by Kouroussis et al. (2014)
and represented in Figure 2B and Table 2, but a full train set
consisting of a driving trailer vehicle, three passenger carriages,
and a locomotive is considered for the current analysis.
The time-history response of track displacement during the
passage of train at speeds of 70 and 200 km/h are calculated
at the track center, and then the results are compared to the
corresponding field measurements, as shown in Figures 3A,B
(downward negative). Note that at 70 km/h, only quasi-static
deflection appears when the load moves over the point of
concern, but an oscillatory response occurs at a higher speed of
200 km/h. The FE predictions agree reasonably well with the field
measurements, which proves that the FEmodeling process in this
study is reliable and can be used with confidence to predict the
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TABLE 1 | Track and ground properties adopted for FE model for the site at Ledsgard (Hall, 2003; Sayeed and Shahin, 2016).
Thickness (m) S-wave speed (m/s) Poisson’s ratio Density (kg/m3) Dynamic Young’s
modulus, E (MPa)
Damping ratio, ξ Stiffness (N/m)
Rail UIC60 – – 0.25 7,800 200,000 – –
Sleeper – – 0.15 2,400 30,000 – –
Rail pad – – – – – – 4.8 × 108
Ballast 1.3 233 0.3 1,900 268 0.04 –
Crust 0.6 60 0.48 1,700 18 0.04 –
Organic clay 3.2 26 0.49 1,260 2.55 0.04 –
Clay 25.8 49 0.49 1,500 10.5 0.04 –
Interface 0.3 45 0.48 1,700 10 0.04 –
TABLE 2 | Geometry and axle loads of the X2000 high speed train (Kouroussis
et al., 2014).
Car number Spacing Standard axle load
a (m) b (m) L (m) P1 (kN) P2 (kN)
1 2.9 11.6 22.2 162.0 122.5
2 2.9 14.8 24.4 122.5 122.5
3 2.9 14.8 24.4 122.5 122.5
4 2.9 14.8 24.4 122.5 122.5
5 2.9 6.6 17.2 180.0 180.0
track behavior under amoving train load. To investigate the effect
that material elasto-plasticity has on the dynamic track response,
the traditional Mohr-Coulomb model is adopted to simulate
ballast with a friction angle φ = 50◦. The model predictions in
terms of (a) track deflection at the midpoint of track, (b) vertical
stress transmitted from ballast to the interface, and (c) lateral
displacement of ballast, are compared to the predictions made
with an elastic model at a speed of 70 km/h. Figures 3C–E shows
the differences in predictions based on the elastic and the Mohr-
Coulomb model. The latter predicts greater track deflection,
larger vertical stress and greater ballast spreading. This occurs
because the elasto-plastic analysis allows plastic deformation to
develop. So in the following analysis the Mohr-Coulomb elasto-
plastic model is considered to model the track materials.
MODELING TIRE-REINFORCED CAPPING
LAYER
To study the effects induced by rubber tires in the capping
layer, an FE model with a simplified profile is used (Figure 4A).
Traditional capping layer material (i.e., crushed basalt) is
modeled with Young’s modulus equals to 140 MPa, frictional
angle equals to 38◦ and dilation angle equals to 5◦. The model
consists of a 0.35m thick ballast layer, and a 0.15m thick capping
layer founded on 30m thick ground. A train with three typical
freight wagons has been modeled in this analysis to mimic
Australian rail freight traffic (ARTC, 2011). Details of the freight
train are shown in Figure 2C and Table 3. A 25 t axle load is
applied in the model, and the train runs along the rail in the
positive direction of the z axis at various speeds (V).
Laboratory tests revealed that the cylindrical structure of a tire
confines the infill material and reduces its lateral displacement
(Indraratna et al., 2017), whereas the vertical load could produce
circumferential tensile strain in the tire that would induce more
confining stress 1σ3
′ from the rubber tire to the capping gravels.
By assuming that the internal friction angle of gravel for the
reinforced sample remains constant (φ = 38◦), the apparent
cohesion Cc can be used to account for the increasing strength















where φ is the friction angle of the infill material. The increased
confining stress1σ3
′, can be estimated by the following equation












whereMt (=45MN/m) is the tensile stiffness of the tire,D (=1m
for a truck tire) is the initial diameter of the tire, and εa is the
axle strain of the sample. Bathurst and Karpurapu (1993) used a
similar method to account for the increasing strength of geocell
reinforcement. In the 3D FE model, two values of Cc (i.e., 5
and 46 kPa corresponding to 1σ3
′ of 4.5 and 45 kPa at εa =
0.01 and 0.1%, respectively) are used to study the increase of
additional confinement.
According to Indraratna et al. (2018), there is ∼15%
improvement in the damping ratio of the sample with a tire
compared to the sample without a tire. A viscous damping
model based on Rayleigh damping, is used in the 3D FE
model. Rayleigh damping is based on the two parameters α
and β , both of which allow the damping matrix C to be
determined from the mass and stiffness matrix M and K
(Hibbitt, Karlsson & Sorensen, Inc., 2014):
C = αM + βK (3)
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FIGURE 3 | (A) Comparison between FE simulation and field measurement of track response for X2000 train with a speed of 70 km/h; (B) with a train speed of
200 km/h; (C) comparison of predictions with different ballast models for track deflection at the midpoint of the track; (D) vertical stress transmitted from ballast to
interface; and (E) lateral displacement of ballast.
FIGURE 4 | (A) Cross section of the track and (B) indication of stress observation points.
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This allows the equivalent loss factor η or damping ratio ξ to











where ω is the circular frequency where the loss factor
η applies. The circular frequency is usually selected to
correspond to the resonance frequency in the system because the
damping resonances are important. Rayleigh damping (stiffness-
proportional) that is equivalent to Kelvin-Voigt damping can
be obtained by setting α equal to zero (Connolly et al., 2013),
while mass-proportional Rayleigh damping can be obtained by
setting β equal to zero (El Kacimi et al., 2013). Combined
Rayleigh damping can be obtained by fitting the damping
ratio to that measured at the site, as proposed by Hall (2003).
In the 3D FE model, damping ratios ξ = 0.09 and 0.18
are used with and without tires. The effect that rubber tires
have on the stiffness of the capping layer is reflected by
Young’s modulus variation, i.e., 220 and 500 MPa were used
in the 3D model to study the increase in Young’s modulus.
The values of the model parameters are shown in Table 4
(Indraratna et al., 2017, 2018).
TABLE 3 | Geometry and axle loads of the idealized three-wagon Australian
freight train (ARTC, 2011).
Car number Spacing Standard axle load (kN)
a (m) b (m) L (m) P1 P2
1 1.72 8.4 14.94 245 245
2 1.72 8.4 14.94 245 245
3 1.72 8.4 14.94 245 245
MODEL PREDICTIONS
Dynamic Track Response
A series of simulations have been carried out to determine
how the tires improve track stiffness, and how they affect the
increment of additional confinement and damping ratio. To
compare the results, each scenario has been analyzed with
and without tire reinforcement for comparison. During this
simulation, track deflection, lateral displacement of the ballast
layer and the vertical stress transmitted from the capping layer
to the subgrade layer were observed.
Deflections at the midpoint of the track are plotted in
Figure 5, and it shows that with tire reinforcement the track
experiences less deflection than that without tires. Figure 5A
shows that the increment of Young’s modulus in the capping
layer only has a marginal effect on track deflection, but as drained
cohesion increases, the track deflection decreases (Figure 5B).
Moreover, incremental increases in damping in the capping
layer provided by the inclusion of tires seems to have minimal
influence in the track deflection even though the damping ratio
increases from 0.09 to 0.18 (Figure 5C).
Figure 6 shows how tire reinforcement influences the lateral
displacement of ballast particularly at the shoulder location as
shown in Figure 6A. The results indicate that rubber tires could
help to reduce the lateral displacement of ballast, and with
the increase of Young’s modulus and cohesion in the capping
layer, the ballast layer experiences less lateral displacement, as
shown in Figures 6B,C. For instance, at the crest of the ballast
layer a reduction in 0.6% is observed with the inclusion of tires
(Figure 6B). This improvement in the stiffness of the capping
layer by additional confinement by tires also reduces lateral
displacement of the capping layer and ballast layer and reduces
the vertical displacement.
Rayleigh damping is based on the parameters α and β , which
allow the damping matrix to be determined from the mass and
stiffness matrices. In this study a constant damping ratio (ξ )

























Ballast 0.35 224 209 0.3 1,530 200 0.04 1 56 15
Capping 0.15 157 146 0.35 2,100 140 0.09 1 38 5
Subgrade 30 40 37 0.38 1,540 6.9 0.04 – –
With tires: effect of increment of young’s modulus of capping layer
Capping 0.15 67 146 0.35 1,800 220 0.105 46 38 5
Capping 0.15 101 146 0.35 1,800 500 0.105 46 38 5
With tires: effect of additional confinement provided by tire to capping layer
Capping 0.15 67 146 0.35 1,800 220 0.105 5 38 5
Capping 0.15 67 146 0.35 1,800 220 0.105 46 38 5
With tires: effect of increment of damping property of capping layer
Capping 0.15 67 146 0.35 1,800 220 0.18 5 38 5
Effect of subgrade stiffness
Soft subgrade 30 40 37 0.38 1,540 6.9 0.04 – – –
Stiff subgrade 30 117 109 0.35 1,560 58.5 0.04 – – –
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FIGURE 5 | Track deflection with different values of model parameters for
capping layer: (A) Young’s modulus, (B) apparent drained cohesion, and (C)
damping ratio.
of 0.09 is assumed in the model without reinforcement; the
corresponding parameters α = 0.464 and β = 5.99 × 10−4 at
10Hz. The damping ratio ξ , of 0.18 is used for the model with
reinforcement. The stiffness-proportional Rayleigh damping is
studied by allowing α to equal 0.464. Hence, the increment of ξ
from 0.09 to 0.18 is reflected by an increment of β from 5.99 ×
10−4 to 1.315 × 10−3. Conversely, mass-proportional Rayleigh
damping can be obtained by setting β equal to 5.99 × 10−4, this
results in α = 3.2896 and 0.464, which corresponds to ξ = 0.18
and 0.09, respectively. Figure 6D shows that the value of β that
corresponds to the stiffness-proportional Rayleigh damping has
an apparent influence on the lateral displacement of ballast.
Figures 7A–C shows that rubber tires can reduce the pressure
transmitted from the capping layer to the subgrade layer,
but the variation in Young’s modulus and the damping ratio
have negligible effect on the vertical stresses. This reduction
in vertical stress in the capping layer incorporating rubber
tires is due to the additional confinement provided by the
rubber membrane which also reduces the vertical stress, as
shown in Figure 7B. Intuitively, the confining effect causes
the tires and gravel infill composite to act as a stiffer, flexible
“mattress” which results in a reduced and more uniform
stress distribution.
Effect of Different Types of Subgrade
The dynamic response of the track-ground system has been
investigated considering two typical subgrades, one with soft soil
(i.e., fat clay of the Monroe dam, E = 6.9 MPa; Duncan et al.,
1980) and the other with stiff soil (i.e., low density sand, E =
58.5 MPa; Al-Shayea et al., 2003). The properties of the subgrades
are summarized inTable 4. Two different scenarios (i.e., with and
without reinforcement) are modeled with each type of subgrade.
Model properties for reinforced capping layer are Ec = 220 MPa,
Cc = 5 kPa and ξ = 0.18 with α = 0.464 and β = 1.315 ×
10−3. Figure 8A shows deflection obtained at the track midpoint
with different subgrades. As expected, the track experiencesmuch
less deflection on a stiff subgrade than on a softer subgrade. For
example, at a train speed of 216 km/h the maximum deflection
of the unreinforced track with soft and stiff subgrade is 0.024
and 0.003m, respectively, which is because track built on soft
subgrade usually yields high ground vibrations at low train speed
than those founded on stiff subgrade. The reduction of settlement
for a track substructure reinforced with tires is more obvious
for the cases where the track is supported by a soft subgrade
material. For instance, while a reduction of 5.3% is observed for
soft subgrade case, no discernible difference was observed for the
stiff subgrade (Figure 8A).
One obvious advantage of the tire is its ability to redistribute
the stress and reduce the magnitude of the subgrade stresses as
shown in Figure 8C. Unlike the unreinforced track, the peak
stress of reinforced track decreased by ∼30.9 and 10.6% with
soft and stiff subgrade, respectively. It is noteworthy that the
vertical stress on a stiff subgrade is higher than on a soft subgrade.
This is probably because the lower damping ratio of the stiffer
material leads to a higher resistance. Intuitively, lowering the
vertical stress on the subgrade reduces the vertical and lateral
displacement of the track. Using rubber tires in the capping layer
decreases lateral spreading by 47.3 and 83.9% with soft and stiff
subgrade, respectively (Figure 8B).
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FIGURE 6 | Predicted lateral displacement of ballast with different values of model parameters for capping layer: (A) ballast profile, (B) Young’s modulus, (C) apparent
drained cohesion, and (D) damping ratio.
Stress Paths in Subgrade
The dynamic stress induced by train passage in the track
substructure is one of the most important parameters in railway
design and maintenance (Bian et al., 2014). Determining the
intensity of dynamic stress at the ground surface and its
attenuation in the subgrade is crucial to proper design. The
dynamic stress-time history curves and stress paths of the models
are compared with and without rubber tires. There are three
observation points in the mid cross-section of the model at
depths of 0.4, 2.2, and 5.8m, these points are V1, V2, and V3,
as shown in Figure 4B. Figure 9 shows a comparison of the
dynamic soil stress-time history curves under a load of three
moving carriages; they consist of the vertical stress Syy and shear
stress Syz at points V1, V2, and V3. It is important to note that
the vertical stress and shear stress in the subgrade decrease with
depth. It can be observed that the tire reinforcement can reduce
the vertical and shear stress, but the reduction is more evident for
shallow depths. In fact, for V3 point located at 5.8m the reduction
is marginal. Figure 9A also shows that the train axles are not
visible in the dynamic stress simulated at the subgrade level, and
only the distribution of adjacent bogies can be clearly seen at
V1. In contrast, for the patterns of vertical stresses simulated at
V3, the dominant loads are associated with train carriages. This
difference indicates that there are different dominant frequencies
across the subgrade layer determined by the different depths.
Figure 10 shows the stress paths (i.e., vertical stress Syy against
shear stress Syz) followed by the soil element at V1 during the
passage of the first bogie (i.e., 1-2-3-4-5) and second bogie (i.e.,
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FIGURE 7 | Predicted vertical stress transmitted from capping layer to
subgrade with different values of model parameters for capping layer: (A)
Young’s modulus, (B) apparent drained cohesion, and (C) damping ratio.
5-6-7-8) of the first carriage. In stage 1–2, the vertical stress and
shear stress increase as the first bogie approaches, while in stage
2–3, the shear stress decreases while the vertical stress continues
to increase until it peaks when the first bogie arrives at position 3.
FIGURE 8 | Dynamic response of track with different subgrade (A) track
deflection, (B) lateral displacement of ballast, and (C) vertical stress
of subgrade.
After, the vertical stress begins to decrease, while the shear stress
reaches the opposite peak at position 4. Finally, the vertical stress
and shear stress both decrease as the first bogie arrives at position
5. As the second bogie approaches, the soil element experiences
a different stress path because of the stress superposition caused
by two bogies between adjacent carriages. For example, when the
second bogie arrives at position 8, the second loading cycle for
the soil element is complete, but the vertical stress at position 8
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FIGURE 9 | (A) Vertical stress and (B) shear stress at different depth (locations
of V1, V2, and V3 are indicated in Figure 4B).
is much higher than at position 5 at the end of first loading cycle.
At a lower depth (V2) beneath the track, one bogie corresponds
to one loading cycle, but as the depth of soil increases the vertical
stress at the end of stage 7–8 moves toward its maximum value,
and this may result in two bogies corresponding to one loading
cycle. Not surprisingly, the soil near the track experiences more
and larger stress cycles than soil at greater depths. This increase
in the number of cycles and magnitudes of train loads is likely to
result in larger permanent deformation, so the soil at shallower
depths is more likely to experience increased displacement and
possible shear failure than soil in deeper ground. The use of
rubber tires can effectively reduce the magnitude of stress.
Track Deflection at Critical Speed
Figure 11A shows the predicted track deflection vs. train
speed for tracks with and without tires. It can be observed
that deflection generally increases as the train speed increases
FIGURE 10 | Stress paths for soil element at V1 and V2.
and reaches a maximum deflection at the critical speed, and
then decreases as the train speed increases further. Moreover,
deflection at high speed with tires is less than without tires.
However, the results in Figure 11A indicate that the critical speed
for track is not sensitive to the inclusion of tires in the capping
layer. For the purpose of illustrating the impact of train speed on
the track, the contour plots of vertical deflection along the track
with tire reinforcement are shown in Figures 11B–D at three
different speeds (i.e., 36, 144, and 360 km/h). Figure 11B shows
that at a train speed of 36 km/h, which is considerably lower than
the critical speed, vertical deflection is mainly induced near the
axles and as expected, there is a slight propagation of wave to
the surrounding ground. However, Figure 11C shows that at a
critical speed of 144 km/h, vertical deflection is induced near the
axles and in the surrounding ground. It is noteworthy that the
series of wave fronts radiating from the loading positions appear
as a shockwave in the ground that is known as the Mach cone
(Krylov, 2011). Figure 11D shows that the vertical deflection of
the ground at a train speed 360 km/h which is greater than the
critical speed. For this case, the loading speed is greater than the
wave speeds and the source passes through wave fronts.
CONCLUSIONS
A 3D track/ground FE model was developed to investigate the
dynamic response of ballasted railway track with a rubber tire-
reinforced capping layer. The moving load was considered by
specifying the nodal forces corresponding to the moving load as a
function of time. The 3Dmodel was verified and good agreement
was found when compared to the field measurements taken at
the soft soil site in Ledsgard, Sweden. Various train speeds (i.e.,
36–360 km/h) have been simulated to identify the critical train
speed for an idealized ground condition. It was found that the
critical train speed for the ground condition in this study was
144 km/h. The impacts of break and acceleration of the trains
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FIGURE 11 | (A) Predicted track deflection vs. train speed with and without rubber tires; (B) typical contour plots of vertical track deflection for train speed of 36 km/h;
(C) critical speed 144 km/h; and (D) 360 km/h.
on the railway track degradation and deformation have attracted
research interests recently. Two typical subgrades (i.e., fat clay
of the Monroe dam representing soft soil and low density sand
representing stiff soil) have been considered to investigate the
effect of tire-reinforcement on the dynamic response of track-
ground system. One of the purposes of this research was to
inspire engineer when they design railway tracks. The author
acknowledges further detailed research needs to be done on the
above mentioned points in the future.
Numerical predictions indicate that track with tire
reinforcement experienced less deflection than tracks without
tires; this is mainly due to the additional confinement provided to
the infill materials that reduces lateral spreading, both of which
help to reduce the vertical and lateral displacement of ballast.
However, it is acknowledged that further experimental and
field test results are needed to validate the conclusion obtained
from the numerical simulation. For modeling, an increase
in apparent cohesion could be considered to simulate the
tire-fill composite. Moreover, the increasing damping property
in the capping layer influences the lateral displacement of
ballast, an effect that is dominated by the stiffness-proportional
Rayleigh damping. As expected, the soil close to the track
experiences more and larger stress cycles than soil at greater
depths. This increase in the number of cycles and magnitude
of train loads will lead to larger permanent deformation,
so the soil at shallower depths is more likely to experience
increased displacement and possible shear failure than the
soil located in deeper ground. The additional confinement
provided by tires could reduce the vertical and shear stress,
but the improvement is marginal for greater depths. Tire
reinforcement is very useful when the substructure overlies a
soft foundation; for example, rubber tires in the capping layer
reduced lateral spreading by 47.3%. Moreover, track deflection
at critical speed with tires is less than without tires, but the
critical speed for track is relatively insensitive to the presence of
tire reinforcement.
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LIST OF SYMBOLS
1t is time step between two loading nodes
1x is loading nodes space
1σ ′3 is additional confining stress
A is area of the beam section
Cc is apparent cohesion of capping layer
C is damping matrix
D is the initial diameter of the tire
E is Young’s modulus of materials
Ec is Young’s modulus of capping layer
I is second moment of area
K is stiffness matrix
kv is suspension stiffness
L is length of the beam
Mt is the tensile stiffness of the tire
M is mass matrix
Mv is mass of vehicle
Syy is vertical stress
Syz is shear stress
V is vehicle speed
α is Rayleigh damping mass proportional parameter
β is Rayleigh damping stiffness proportional parameter
εa is the axle strain of the sample
η is loss factor
N is Poisson’s ratio
ξ is damping ratio
ξc is damping ratio of capping layer
ρ is mass density of the beam
φ is friction angle
ω is circular frequency
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